The application of a microcomputer-based simulation model for analyzing the operation of a parking system is described as well as the model's results and sensitiv- 
INTRODUCTION
The urban development transportation project described in this paper arose out of the perception that a critical parking shortage existed for the public and legislative and other state employees in the vicinity of the State Capital Buildlng in Salem, Oregon. Prior to 1987, the Oregon State Parking Management Section had identified a shortfall of 3,000 parking spaces for state employees, alone, in the vicinity of the State Capital Building in Salem, Oregon. Additional cyclical and seasonal demand for parking spaces was being experienced, as for example, during each legislative session and during the income tax tiling season. This number was expected to increase with growth of state government.
The Oregon Legislature approved the creation of a two-level underground parking structure known as the Capital Mall Parking Structure for some 1,500 cars, at a cost of approximately 17.8 million dollars to relieve thk demand for parking, A subsequent parking study (DKS Associates, 1989) was commissioned to assess various structural designs. After the project was approved by the legislature, the City of Salem, Traffic Management Section had concerns about the impact of the proposed parking structure on traffic patterns and delays. These specific concerns included:
traffic flows in and around the proposed site, increased pedestrian traffic in the area and traffic growth over time.
PROBLEM DESCRIPTION
The area of concern was the network of streets and intersections in and around the proposed site shown in Figure 1 . Also shown in F@we 1 is the traffic flow and traffic control structure used in this network.
The initial study (DKS Associates, 1989) determined a structure design which allowed for entrance and exit on all four sides of the structure was appropriate due to the traffic measures of capacity and level of service. The City of Salem, Traffic Management Section, however, would only allow entrance and exit from the proposed structure on Chemeketa Street based on the same traffic performance measures.
State managers decided that they wanted to use the more familiar measures of the average number of cars waiting and the average waiting time for those cars at various intersections for evaluating the parking system.
At the most general level, they were interested in these measures in the vicinity of the proposed site and at some key intersections, to satisfy city traffic concerns. On a particular level, both the construction and State project managers were worried about these measures, directly in front and inside of the entrances and exits for the proposed structure, due to the city's insistence to place them all on Chemeketa Street.
Chemeketa Street ran through the middle of the top floor of the underground parking structure. All cars bound to and from the structure had to enter and exit from this street.
After the modeling project signs were not necessary. These newly signed intersections became queues for concern that were later added to the model. The performance measures needed to be tested for their sensitivity to future growth based on a city traffic growth rate of 5 percent per year. A decision to reiocate several State agencies into the mall area also created a trafilc growth sensitivity.
Related to this unexpected growth in vehicle traffic was concern about the sensitivity of the performance measures to a perceived corresponding growth of pedestrian traffic in the grid of concern.
At the request of the Parking Section Manager of the Facilities Division of the Oregon State General Services Agency, a set of simulation models were developed and analyzed for the traffic system shown in Figure 1 The reason for developing the AM and PM models was the expected ingress and egress of cars from the proposed structure. Figure 2 shows the expected ingress and egress, by hour, over a 24 hour period (DKS Associates, 1989) . Of note are the dominant data spikes that occur in the AM from 7:00 to 8:00 and in the PM from 4:30 to 5:30. The absolute magnitude of these spikes compared to all other data reported would lead one to believe that running a model over the full 24 hour period to obtain average measures would not show the true nature for those average measures. Since the data spikes were so much greater than any data remotely close to them (including the noon hour period) it was initially felt that the model should only look at the peak hour periods as being the very worst effects that could influence the measures of concern.
To verify this supposition, once the simulation models had been developed and validated for arrivals and departures from the grid of concern, the AM and PM models were run, additionally, twice each. Chemeketa street was concerned, a routine was called to separate the background level of traffic (i.e., the normal traffic flow if a structure had not been placed there) from the new traflic destined for the structure.
The remainder of the models' structure pertained to actions that a car must take at each intersection it encountered on the way to its ultimate destination. This was basically executing a left or right turn or going straight and traveling to the next intersection enroute to the final destination.
Three set of routines were provided for modeling these decisions. The first set of routines applied to the intersections in the grid of concern for all modes (lanes) in directions where actions could occur.
The second set applied to the pseudo-waiting areas immediately in front of the entrances to the structure, where cars had to take actions. Finally, the third set modeled links that took cars beyond the grid of concern.
ESTIMATION OF MODEL DATA

General
Traffic modelling consists of accounting for traffic demand, supply, and control through known traffic characteristics and analysis techniques that yield some performance measures. This requires one to develop three basic inputs, which include: traffic "flow data" (i.e., directional counts, directional control and delays, and movement headway times), traffic "speed data" (i.e., the rate of movement in any given section of roadway), and traffic "density data" (i.e., effects of platooning of cars, and unit interaction due to limits on lanes and driving habits with respect to spacing of cars on any given section of roadway).
In developing this application a traffic density module was not explicitly included due to the adequacy of the roadway level of service in the grid area of concern for all scenarios over the problem time horizon. Such a module could easily be developed and added to the model structure,
Flow Data
Traffic flow data for 1990 was estimated based on information obtained from the Salem's Traffic Management Section. Figure 1 shows both the 24 hour traffic count and the peak hour traffic count, in parenthesis. For some intersections, the city did not have primary data; estimates were made based on the closest similar intersection to the actual one being Figure 3 (May, 1990 ).
In the model, arrivals are modeled using their interarrival time based on the traffic flow data shown in 13gure 1.
The percent of traffic turning left or right or going straight at each intersection and at the entrances and exits to the proposed structure were also based on historical traffic flow analysis worksheets provided by the City of Salem, Traftlc Management Section. These documents recorded directional flow counts for cars, pedestrians, and bicycles for most intersections in the grid of concern.
Headway Times
Time headway is the interval between the arrival of cars at some observation point.
Originally, the models used a city, traffic section provided, "expert's guess," at the times required to make left, right, and straight through maneuvers. Initial testing showed the performance measures of concern to be sensitive to small variations of these experienced guesses. Reasons included:
the volume of traffic at the time a turn was being made, the number of pedestrians in a walkway, whether or not the intersection's signal was a light or stop sign and whether or not the driver actually stopped then started or rolled through the intersection. To obtain more accurate estimates, data was collected at various intersections over a period of two months.
A time plot of the data showed that the data could be grouped based on similarity. (May, 1990) ; the mean of the normal distribution was assumed to be the posted speed limit. The computer code for the simulation models, input data and statistical tests evaluation are described in detail in White (1991).
Model Verification
A set of initial runs were made to compare the system performance under stochastic variables with the city's current traffic flow numbers.
The computed average figures that the BASE model generated after an initial set of runs for traffic flow on Chemeketa Streetj the street of concern, was evenly balanced with the model generating +0.32% more traffic flow.
Similarly, the AM and PM models showed the same error to be quite small, 2 to 5 percent less than what it was supposed to be. This was less than 10 cars difference entering or leaving the parking structure. This showed that the models were performing basically as expected in the grid of concern. 5 SUMMARY OF RESULTS
Parking Structure Analysis
The maximum number of cars expected to be waiting at the proposed structure exits during the peak AM and PM traffic period, beginning in a base year of 1990 and every four years thereafter until 2002, are shown in Tables 1 and 2 . It should be noted that average measures can be deceiving as a management guide. The maximum measures were actually of more Randhawa, The plus ad minus figure represented in the tables is the value of the computed confidence interval.
Thus, for the year 1990, the maximum number of cars waiting at the East exit vary between 4 and 6 at a 95% confidence level.
Focusing on the maximum number of cars that could wait in line at either exit in either the AM or PM period one should note that the maximum possible value was 8 cars plus or minus 4 cars. This argued that one would not expect the maximum possible number of cars to be great enough to block either of the two interior ramps (a concern of the construction and State project managers).
The waiting times at the proposed structure exits during the peak AM and PM peak periods over the evaluation horizon are shown in Tables 3 and 4 . These numbers are given with a statistical confidence of 95710. As before, the values of most interest to management were those in the maximum column as these represented the worst case. These results highlighted the fact that afternoon peak hour flows represented the greatest potential peak-hour waits.
5+2 Pedestrian TrafRc Effect
The AM and PM models were tested for sensitivity to increases in the level of pedestrian traffic in the grid of concern. The pedestrian traftlc was increased by a factor of 1.5, 2, 2.5 and 3. The graph shown in F@re 4 depicts the effects of these changes on the average waiting time at the West exit of the structure.
Even after tripling the pedestrian traffic level, the average waiting time only changed by less than three seconds. It was thus reasonable to assume that the effects of pedestrian traffic will be negligible with regard to the operation of the structure.
Variation Within Peak Hours
In the analysis presented above, the departure rate of vehicles from the structure was constant for the peak period. A management concern was variation in the departure rate within a peak hour (e.g., employees leaving work in platoons instead of at a constant rate).
To address thk+, a modified model created departures at rates which matched the peak hour ffieen minute traffic flow during the AM and PM rush hour. The graphs in Figures 5 and 6 show the results of thk altered creation as it effected the average waiting time at the structure.
The results demonstrated no significant change in output between the basic AM and PM models and the modified versions.
Discussion of Results
The analysis concluded that there were no signilicaut problems with the design of the structure as it was being proposed. Average waits for cars exiting the structure during the In no case could they have exceeded 16 seconds exiting Westbound nor 25 seconds exiting Eastbound as a maximum in the base year.
The impact of pedestrian traffic on the parking system was negligible enough to disregard as a design issue. In 10 days worth of observing pedestrians cross signed and unsigned streets in the grid of concern, no more than 12 instances were observed where cars actually took evasive action (slowing down or stopping) to avoid pedestrians crossing the street. The ability to consider such sensitivity issues improves the predictive accuracy of the system and enhances the system's validky over time. It should be added that the model could be used to examine the effects of changes to several other factors such as varying types of vehicles, posted speed limits, traffic light cycle and offset times, and the addition or deletion of traffic lanes in the grid of concern.
